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 Executive Summary …………………………………………………………………….. 
 
Due to large employer losses and disinvestment throughout recent years, Peoria, IL has 
been shrinking both in terms of funding and population. This has placed a tremendous 
financial burden on the local government. According to “Governing: The Future of States 
and Localities”, Peoria has a Black-White Dissimilarity Index of 0.724, making it the sixth-
highest level of segregation measured between Blacks and Whites of any metro area in the 
country. Factors like school and residential segregation still have significant implications for 
the city today in terms of unemployment rates and income disparity. 
 
The City of Peoria currently has been allocating public works funds evenly between the five 
council districts, disregarding the disparities among historically disadvantaged 
neighborhoods which impacts personal safety, property value, access to fresh food, 
healthcare, and jobs among other things. To address this issue of inequitable allocation of 
funds in Peoria, planning students at the University of Illinois back in Spring 2020, came up 
with three alternatives for a replicable, scalable model of an equity-centered project 
prioritization tool. Due to the formation of an equity commission in the city, the direction in 
which planning conversations in Peoria and the rest of the country have been growing, I 
decided to further this effort as my capstone project. According to the Federal DOT, MPOs 
are required to develop a project prioritization process report to ensure consistency 
between the LRTPs and the TIPs. This project is looking at extending the same idea to the 
city-level without it being a federal mandate as such. 
 
To further this effort in my capstone, I started by studying transportation project 
prioritization processes developed by five different U.S. cities using a case study approach. I 
interviewed planners and engineers from two of those cities – Oakland, CA and Madison, 
WI. The case studies were followed by a background study of Peoria, and a comparative 
equity analysis of Peoria county’s Long Range Transportation Plan and Metropolitan 
Transportation Commission’s Play Area 2040 Plan. Then, I conducted stakeholder interviews 
to document their understanding, positionality, and inclination with respect to an equity-
centered CIP prioritization process, along with identifying barriers and opportunities to such 
a tool. 
 
I use the findings from these studies to make a comprehensive list of recommendations to 
address a wide range of barriers identified, leverage opportunities found, and help advance 
equity in the city. The recommendations are categorized into five themes: 
1. Stakeholder and community participation 
2. Education and Information Dissemination 
3. Staff consensus and community buy-in 
4. Policy alignment 
5. Increased emphasis on equity 
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The Client 
 
The City of Peoria, IL and the University of Illinois Extension are the major clients for this 
project. A presentation of my findings will be made to the Peoria-Pekin Urbanized Area 
Transportation Study (the region’s MPO) on April 22nd, 2021. Talks are on-going with 
Distillery Labs, a start-up incubator hub, as well as the Active Transportation Alliance, an 
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 1 Introduction lAlong with reigniting tremendous trauma, COVID-19 pandemicdhf                                                                                                          
 
Along with igniting tremendous trauma, the COVID-19 pandemic has highlighted several 
inequities in access to health and mobility around the world. The case wasn’t any different 
prior to the pandemic: low-income communities of color in the United States were 
disproportionately affected by transportation burdens. The pandemic simply brough 
longstanding disparities into sharp relief. 
 
Historically, the costs and benefits of transportation planning decisions as a result of 
structural racism have disproportionately impacted certain groups of people, mainly low-
income and people of color. Therefore, transportation planning henceforth needs to 
prioritize projects to equitably benefit those communities impacted by past and on-going 
discrimination. This requires an understanding of equity aspects considered by planners in 
transportation decision-making, particularly in the transportation project prioritization 
process. According to the U.S. Department of Transportation (USDOT), metropolitan 
planning organizations (MPOs) are required to develop a project prioritization process 
report to ensure consistency between their Long Range Transportation Plans (LRTPs) and 
their Transportation Improvement Programs (TIPs) (FHWA, 2014). At the city level, such 
budgeting and project prioritization process is usually undertaken by the Department of 




Similar to other rust-belt cities, Peoria, IL has been struggling with population loss, rising 
unemployment, and economic decline. According to a representative from Bike Peoria, a 
bike advocacy community organization, over the last several decades, the city has prioritized 
a “growth cell” strategy that has facilitated miles of suburban sprawl resulting in incredible 
capital and operational infrastructure burden as well as straining critical public services such 
as police, fire, utilities, transit and others. This strategy has disproportionately affected 
certain neighborhoods in the bluffs of Peoria that were historically disinvested. The City has 
been allocating public works funds evenly between the five council districts disregarding the 
historic need of some neighborhoods. 
 
This calls for an equity-based prioritization process to serve as a critical tool to help 
prioritize future public works and advance equity in the city. This process aims to benefit the 
following: 
 
● Multimodal connectivity /accessibility  
● Expansion/improvement of public transit 
● Capital infrastructure improvement 
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● Public safety /crime prevention or deterrence 
● Environmental sustainability  
● Fiscal stewardship /public return 
 
In Spring 2020, students from the Transportation Equity workshop course at the 
Department of Urban and Regional Planning in the University of Illinois at Urbana-
Champaign worked with the City of Peoria and stakeholders to develop this process/tool. 
 
Using publicly available datasets and plans from the City, insights from case studies, and 
with knowledge of current processes and protocols, students in the workshop cpurse came 
up with three alternatives for a replicable, scalable model of an equity-centered project 
prioritization tool. However, due to COVID-19, we missed an important step of community 




The main goal of this project is to further the effort started in Spring 2020, invite inputs and 
garner support for the equity-centered prioritization process through stakeholder 
engagement, as well as validate the concept by the community. To help advance the tool as 
well as ensure meaningful public participation in the tool development process, I make two 
primary contributions through my capstone work.  
 
First, I engage with relevant stakeholders to understand their positionality on such a tool. 
This will help in directing the tool towards feasibility while also incorporating new ideas into 
the tool from planners, engineers, decision-makers, and equity advocates. This effort will 
hopefully result in an asset map that can be leveraged to develop effective solutions to 
promote equity and ensure the successful adoption of an equity-centered prioritization tool 
by Peoria. Second, I propose a set of recommendations to the City to enable community 
members to give their ideas on what they would like to see the city prioritize to achieve 
equity goals, in an attempt to validate the concept. This measure aims to bring inputs from 
all stakeholders and collaborators; those with and without voice, including traditionally 
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 2 Defining Transportation Equity ……………………………………………… 
 
The most common academic definition of transportation equity is about the fair distribution 
of benefits and burdens of transportations plans, projects and policies (Litman, 2017). 
Another popular definition of transportation equity relates to the meaningful and effective 
public participation in transportation decision-making processes, especially of those most 
likely affected by these decisions (Karner 2016). These two definitions are often framed as 
distributional and procedural equity, respectively. 
 
Litman classifies social equity into three types – horizontal equity, vertical equity by income, 
and vertical equity by need. Horizontal equity considers that all individuals and groups with 
the same abilities and needs are treated equal. Vertical equity by income supports policies 
that benefit socially and economically disadvantaged groups to compensate for past and 
present discrimination. Vertically equity in terms of mobility need and ability advocates for 
universal designs that are accessible, easily understood, and used to the fullest extent 
possible by all users regardless of age, size or disability (Metropolitan Planning Council, 
2019). 
 
Accessibility is an important element of transportation benefits and transportation equity. It 
refers to the ease with which a potential destination or an opportunity can be reached. 
Mobility-oriented planning focusses only on congestion reduction and travel time reduction, 
ignoring other non-economic opportunities of transportation. Since the concept of 
accessibility includes the economic and social benefits of transportation along with actual 
mobility, it has started to be widely accepted as the core of transportation planning.  
 
For the purpose of this project, transportation equity is defined as encompassing costs and 
burdens based on socio-economic abilities and needs, reducing adverse effects and 
increasing benefits (accessibility) for marginalized communities, to enable those 
disadvantaged populations to participate in transportation decisions, with an aim of 
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The process of transportation decision-making consists of three parts: transportation 
planning, transportation project programming, and financial analysis (Sinha and Labi 2011). 
My capstone focusses on the second component and how to best integrate equity in the 
process. There have been few studies to underscore the significance of project prioritization 
in transportation planning in achieving larger equity goals. 
 
Transportation project prioritization is an usual step in transportation project programming, 
to ensure efficient usage of limited funds available. Although it is a routine practice in the 
United States, it varies greatly from one region/city to another in terms of complexity, 
scope, focus, and disclosure (Meyer and Miller 2001; Trigueros 2008). The goal of evaluating 
and prioritizing projects based on equity is to ensure that transportation investments and 
decisions benefit marginalized populations and vulnerable users. There have been studies in 
the past focusing on the equity considerations of MPOs in their transportation planning and 
investment decisions. My capstone is an attempt to further such past research and extend it 
to study city departments of transportation (DOT). Previous studies show that current 
emphasis on equity criteria by MPOs is not high enough to influence the prioritization 
outcomes significantly. This chapter aims to understand how city-level planning agencies are 
considering transportation equity in their investment decisions, and what challenges might 
be limiting the full potential of existing equity-centered transportation project prioritization 
tools (TPPTs). 
 
3.2 Learning From Other Cities: Methodology and Framework 
 
This chapter of the report aims to understand how city-level planning agencies are 
considering transportation equity in their investment decisions. There have been studies in 
the past focusing on the equity considerations of MPOs in their transportation planning and 
investment decisions. Past studies have taken a longitudinal section of MPOs across the 
United States to compare, contrast their processes since federal requirements ensure 
consistency at this scale for substantial regional comparison. Additionally, these regional 
agencies better document their work and products on their websites. My capstone is an 
attempt to further such past research and extend it to study smaller scale city DOTs. Based 
on their size, structure, goals, preferences, and regional context, cities use different tools 
and processes to prioritize transportation projects. This variation in city-level project 
prioritization coupled by a lack of directly available credible data ruled out the method of 
longitudinal study of cities. 
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Therefore, I chose to conduct case studies of transportation project prioritization tools and 
implementation plans of several cities in the United States. This research method allows for 
an in-depth analysis of the case study subjects to underscore similarities and differences in 
such processes at a city level. I then identify strengths and weaknesses of the different 
approaches, processes, tools and implementation plans after which I list the implications of 
such a study and lessons to consider while developing new equity-based transportation 
project prioritization tools for other cities. Although generalizability is often a drawback of 
case studies, their power is often underestimated; they are useful as a source of scientific 
development, for generating new hypotheses (Flyvberg, 2006). The topic of equity in 
transportation project prioritization at the city-level needs far more advancement in 
research projects, and this study can potentially promote further tangential work.  
 
I chose the following two cities to study for this research: 1) Transportation Project 
Prioritization Tool by the Madison Area Transportation Planning Board, WI, and 2) Oakland 
Transportation Project Prioritization Tool by the City of Oakland Public Works Agency, CA. I 
selected the cities based on their difference in regional setting (political as well as 
geographical), and prior knowledge of the extent of transportation equity efforts to 
illustrate the diversity in approach to this issue. I start by studying data from secondary 
sources (reports, papers, public notices, factsheets), followed by conducting interviews with 
transportation planners and officials involved in the project prioritization process in both 
cities. I study the following aspects in each city: data used, methodology, approach, scoring 
criteria, and implementation plan. The interview questions (interview guide in Appendix) 
cover the following broad topics: 
1. Interviewees role in the city and the region 
2. Their professional perspective on equitable transportation 
3. Past, on-going and planned efforts to achieve equity in the city, some motivating factors 
and benefits, as well as impediments in these efforts 
4. Potential benefits of such a tool to their organization, their efforts, and the community to 
achieve their equity goals 
5. Other specific questions to fill in missing blanks identified in the secondary data. 
 
With an intention to help the City of Peoria, IL develop an equity-centered transportation 
project prioritization tool, I began to look at various such tools in the United States. I started 
with five cities, some similar in size as Peoria, some in the Mid-West region, and some best-
practices around the country. 
 
Table1. Cities analyzed tanked by population size 
City Population 
(2018) 
Document Equity Criteria 
Seattle, WA 744,955 Office of Planning 
and Community 
Public safety (police reports, collisions 
and crashes), Public health concerns 




(asthma and life expectancy), access 
to opportunity (proximity to parks, 
community centers, sidewalks, 
grocery stores along with graduation 
rates and property appreciation), 
Environmental burden (contaminated 
sites, flood-prone areas, noise 
pollution), displacement risk (HH 
income, proximity to transit, median 
rent), marginalized populations 
(poverty, demographics, English 
language learners). 




Priority Development Areas, 
Transportation safety, environmental 
clearance, Pedestrian comfort and 
amenities, Bicycle facilities, Proximity 
and access to transit. 
Cleveland, 
OH 








Neighborhood type assessment 
(urban core or suburban hub). 
Lincoln, NE 287,401 Lincoln, Nebraska 
Bike Plan project 
prioritization tool 
Barriers to biking, safety, bicycle 
demand and connectivity, social 
equity (low-income and minority 
population areas). 





Safety enhancement, multi-modal 
options/service, environmental justice 
and public health equity. 
Source: US Census Bureau 2018 Data 
 
Unlike the others on the list, the project prioritization tools by the Madison Area 
Transportation Planning Board, and the City of Oakland’s Transportation Planning and 
Funding Division are the closest to considering all transportation-related projects in the 
process. The other cities have tools for specific list of projects e.g. Lincoln, NE has a 
prioritization tool only for projects listed in the Bike Plan. They also have varying degrees of 
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equity criteria considerations in the tool which called for further study on these two tools 
using interviews with transportation planners and engineers from both cities. 
 
3.2.1 Case Study 1: The City of Oakland, CA. 
 
Equity Analysis of Long Range Transportation Plan 
 
In Metropolitan Transportation Commission’s Plan Bay Area 2040 document, the term 
“Equity” is explicitly stated 25 times. The goals of this plan align with the goals of the 
California Transportation Plan 2040 (by Caltrans, the state DOT) – to promote economic 
vitality, ensure social equity, and protect the environment. One out of the seven listed goals 
relate to equity in terms of access. The City of Oakland Department of Transportation’s 
strategic plan (January 2020) is based on the vision for the city laid out by Mayor Schaaf: 
equity, safety, sound infrastructure, and responsible governance. The emphasis on equity is 
seen in all levels of governance and decision-making in the state, region, and the city; 
underscored in my conversations with planners, this consistency on all levels has come to 
play an important role in taking active steps around issues of equity. 
 
The City of Oakland Transportation Project Prioritization Tool was created by the City of 
Oakland’s Transportation Planning and Funding Division (TPFD)  
 
The City of Oakland Transportation Project Prioritization Tool was created by the City of 
Oakland’s Transportation Planning and Funding Division (TPFD) for the purposes of 
establishing common prioritization criteria to be used by all of the engineers, planners, and 
administrators of the city. They identified that when utilizing different criteria at different 
levels, the maximum efficiency of project planning and development is jeopardized. The 
unified tool provided efficiency and staff time savings to city employees, as well as 
procedural transparency for the general public. This tool rates each project with a score of 
0-100, based on how it fits within the predefined goals and criteria. The City of Oakland 
identified three categories for project scoring: policy support (how well it fits within other 
policies and goals of the municipality), project readiness (how well planned the project is, 
and how soon can work begin), and complete streets (whether or not the project satisfies 
and advances complete streets objectives). All projects are ranked based on their score from 
0-100 as well as categorized into three tiers based on their price (less than $1M, $1M-$5M, 
and more than $5M). 
 
Underlying criteria used by this tool can be found below: 
1. Policy Support –defined by legislative intent and inter-agency support.  
a. City Plan Adoption 
b. Partner Agency Plan Adoption 
c. Regional Transportation Plan Inclusion 
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d. Transit-Oriented Development 
e. Priority Development Area 
 
2. Project Readiness –assesses how ready the project is for final design and 
implementation. 
a. Public Process 
b. ROW Acquisition Required 
c. Staff Leadership 
d. Environmental Clearance 
e. Plans 
 
3. Complete Streets –whether or not the project contributes to moving all people 
across all available modes rather than only automobiles 
a. Pedestrian 
b. Bicycle 
c. Transit Operation and Access 
d. Motor Vehicle 
 
The prioritization tool is part of Tier 1 of the prioritization process; subsequent Tier 2 review 
is headed by TPFD staff and concentrates on environmental justice concerns, geographic 
equity, and other issues. This portion of the process is not automated or score-based, and is 
more subjectively performed. 
 
3.2.2 Case Study 2 
Madison Area Transportation Planning Board equity prioritization scorecard 
 
To help address racial inequalities, and concentration of poverty in historically disinvested 
areas with respect to accessible transportation, the City of Madison has designated equity 
as one of its central planning goals. As highlighted in a report by the Center for 
Transportation Equity, Decisions, and Dollars (CTEDD), this equity prioritization scorecard 
explicitly addresses equity in transportation project prioritization. This is done by analyzing 
projects both quantitatively and qualitatively through an equity lens. In its project 
prioritization tool, the city uses Environmental Justice, Public Health, and Health Equity as 
the three equity scoring criteria. These criteria are used for prioritizing Roadway Projects, 
Transit Infrastructure Projects, Transit Vehicle Purchase Projects, Bicycle/Pedestrian Facility 
Projects, Bike/Ped Infrastructure Projects, and Safe Routes to School non-Infrastructure 
Projects. After selecting projects, MATPB maps out mappable projects overlaying on low-
income, minority and zero-vehicle household areas. This is a qualitative assessment of 
distribution of projects, investment distribution, and usage of funds in disadvantaged 
neighborhoods. Social equity is not quantified in this prioritization process. One of their 
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illustrative techniques was creating buffers in GIS mapping to show limitations in access to 
economic opportunities and grocery stores for transit users.  
 




City of Oakland 
 
I interviewed three transportation planners from the City of Oakland – Julieth Ortiz, Craig 
Raphael, and Yvonne Chan. Here is a summary of our discussions: They believe community 
engagement was one of the most important aspects in the development of this tool. They 
did not reach out to community members to merely get approval for this tool, but in fact 
began the process with them. They asked community members to tell them what criteria 
they valued most and rank them. They worked on building trust, letting them know that 
their opinion matters. They listened to what community members wanted to see in their 
neighborhoods.  
 
The development of criteria began with an initial phase 1 of the community engagement 
process including meetings with stakeholders along with parallel case studies, research, and 
discussions with other cities. They reached out to the community at community events, 
block parties, existing meetings, and collected surveys for weighting systems. They noticed 
that among the survey respondents, the most underrepresented population was people of 
color. They then weighted (adjusted) inputs based on population demographics. In this 
process, equity came out on top as a priority. In the second phase of community 
engagement, they shared with the community about a scorecard they had developed using 
their inputs and asked them what capital projects they’d like to see in their neighborhoods. 
In between the two phases, they got their project prioritization scorecard approved by the 
city council.  
 
The three important drivers in this process they identified were political support, credible 
data to back up the need for this tool, and the fact that the city had funding for this upon 
passing a public bond (voter support). They also emphasize how process improvement is a 
highly iterative process. In the second application of this tool in their CIP cycle, they made 
changes on how to address violence prevention and public safety. They moved away from 
neighborhood stereotypes and increased criminalizing, and away from asset safety towards 
improving perceived public safety. 
 
In their (new) department, the strategic plan has an equity focus; money was allocated to 
building this tool. Although consistency in equity goals across different levels of decision-
making proved to be a major catalyst in bringing this tool to existence, using this alignment 
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as a scoring criterion can be detrimental in fighting inequities. The other challenges/barriers 
they faced included staff consensus on the process, and meaningful community 
engagement. They use community-based organizations as consultants to learn community 
needs, train community leaders and organizers to lead meetings and hold events. This way 
of community empowerment focussed on making government processes easy to 
understand. 
 
The two most important elements to get right in the process are (1) buy-in from staff and 
community members, and (2) training staff and community members to understand the 
city’s equity goals. Since this process is considered to be highly iterative, feedback loops to 
make changes are considered important. 
 
City of Madison 
 
I also spoke with two officials from the City of Madison – Christopher Petykowski, Principal 
Engineer, and Thomas Lynch, Director of Transportation. Similar to Oakland, they also 
consider community engagement to be an important part of transportation equity efforts. 
They have created neighborhood resource teams where they meet with residents and 
business owners to go over issues they may have, and try to get engagement from those 
who may not be comfortable attending a city commission meeting. They identified 
insufficient inputs across the city from community members as a major impediment to 
building an inclusive project prioritization tool.  
 
They also use equity as a criterion in ranking neighborhood traffic calming management 
projects, and plan on using it for their Metro Transit Network Redesign. Along with 
community engagement challenges, they also consider identifying projects in underserved 
neighborhoods a major impediment in achieving equity. This is also because of less vocal 
residents (low income communities of color) in these neighborhoods and  those with less 
access to the city structure to advocate for their needs. 
 
According to Petykowski and Lynch, this tool would be successful when city resources are 
directed proactively to neighborhoods of color and under-represented communities. Safety 
is another metric in their tool, especially around low-income households and communities 




Table2. Summary of findings from primary and secondary data collected 
Category Case Study 1 Case Study 2 Observation 




Both focus on broad 
transportation projects – 
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Project Prioritization 
Tool was created by 





Planning Board equity 
prioritization scorecard 
not community 
development plans or 
specific bike/TOD plans 






25x mention of 
equity in the LRTP; 
aligns with CADOT 
2040 Plan. 
- 11x mention of equity 
in its LRTP – in relation 
to the federally 
required EJ and Title VI 
analysis. - There is 
focus on social equity 
as well as improving 
equity for transit users. 
- Bay Area Plan has 25x 
mention of equity v/s 11x 
in Madison Area LRTP 
report. 
- TPPT goals align with 
LRTP goals even though it 
is not a requirement, and 
the city might have unique 
issues that the region 
might not. 
- Political inclination and 






- Policy Support: 
defined by 
legislative intent and 
inter-agency 
support.  
- Project Readiness: 
assesses how ready 
the project is for 
final design and 
implementation. 
- Complete Streets: 
whether or not the 
project contributes 
to moving all people 
across all available 
modes rather than 
only automobiles. 
- The city uses 
Environmental Justice, 
Public Health, and 
Health Equity as the 
three equity scoring 
criteria. 
- These criteria are 









and Safe Routes to 
School non-
Infrastructure Projects. 
While Oakland prioritizes 
projects based on specific 
policy support, project 
readiness, and complete 
streets, Madison uses 
their scoring criteria to 
prioritize different types 




Tier 2 review is 
headed by TPFD 
After selecting projects, 
MATPB maps out 
Both the cities use a 
second level review 








and other issues. 
This portion of the 
process is not 
automated, or 





income, minority and 
zero-vehicle household 
areas. This is a 
qualitative assessment 
of distribution of 
projects, investment 
distribution and usage 
in disadvantaged 
neighborhoods. One of 
their illustrative 
techniques was 
creating buffers in GIS 
mapping to show 
limitations in access to 
economic opportunities 
and grocery stores for 
transit users. 
method to prioritize 
projects based on 
qualitative data. This takes 
into consideration what 
an automated, score-
based, computer-led 



















and public health 
equity. 
Equity goals and 
consideration align with 
those of their respective 
LRTPs. However, the 
extent of alignment varies 
between these two which 








Bicycle Master Plan, 
alignment with City 
Plan (whether 
approved or not). 
Lowest weights: 
Staff leadership 
identified or not, 
Highest weights: 







and Health Equity, 
Supports efficient LU 
and livability. 
Although equity is 
centered in both tools, the 
variation in current 
emphasis on equity 
criteria by both these 
cities might influence the 
prioritization outcomes 
significantly. 






First created in 2012 
but implemented 
only in 2018. Public 
input taken on 
evaluation criteria 
and then weighted 
equitably based on 
community 
representation. To 
gain support, they 
used credible data 
to back up their 
claims, by joining 
existing community 
leaders in promoting 
the new 
tool/process.  
Created in 2019, this 
tool hasn’t been 
implemented in their 
CIP cycle yet.  
Implementation processes 
of both cities cannot be 
directly compared since 
one has been executed 





- They reinforced the 
idea of the influence 
of political will on a 
larger scale in such 
efforts. 
- Emphasis on 
community 
engagement in both 
the design and 
implementation 
phases. 
- Major catalysts: 
support from the 
city, political will, 
and credible data to 
back up their claims. 
- Major barriers: 





engagement efforts are 
critical. 
- They have created 
neighborhood resource 
teams to bridge the gap 
between community 
members and the city. 
- Major catalysts: 
Increased community 
involvement 
- Major barriers: 
Insufficient inputs from 
community members 
and identifying projects 
in underserved 
communities. 
- Community engagement 
seems to be prominent 
across both processes. 
- Social equity is centered 
in all discussions. 
- Although it is evident 
that both cities want this 
to be an iterative process, 
a formal feedback loop is 
missing in both processes. 
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Using both the primary and secondary data collected and studied, I categorize my findings 
(Table 2) based on different elements and stages of this project prioritization process. A 
high-level analysis of what the tool is considering as well as the larger city and regional goals 
in terms of equity shows that both tools have aligned their goals with the equity goals of the 
city and region, and that both tools take into account all types of transportation and capital 
improvement projects – which makes the two tools comparable. 
 
Both tools include quantitative and qualitative methods in their prioritization processes. In 
their quantitative analysis, while Oakland prioritizes projects based on specific policy 
support, project readiness, and complete streets criteria, Madison uses their scoring criteria 
to prioritize different types of projects (based on mode) separately. Although scoring 
projects based on the type of transportation enables for easier comparison between them, 
certain aspects of equity might be lost in the process. For example, a road re-construction 
project in Downtown might score the same as a sidewalk construction project in an 
underserved neighborhood. 
 
Equity goals and consideration align with those of their respective LRTPs. However, the 
extent of alignment varies, which is reflected in the scoring criteria used. Oakland 
emphasizes Priority Development Areas, transportation safety, environmental clearance, 
pedestrian comfort and amenities, bicycle facilities, proximity and access to transit. 
Whereas Madison considers safety enhancement, multi-modal options/service, 
environmental justice and public health equity. Although equity is centered in both tools, 
the variation in current emphasis on equity criteria by both these cities might influence the 
prioritization outcomes significantly. 
 
Implementation processes of both cities cannot be directly compared since Oakland has 
executed its tool while Madison has yet to do so. Community engagement seems to be 
prominent across both processes based on the interview responses. Social equity is 
centered in all discussions, and although it is evident that both cities want this to be a highly 
iterative process, a formal feedback loop is missing in both processes. 
 
3.2.4 Going Forward 
 
It can be concluded that different cities adopt different processes and tools to prioritize and 
budget projects based on several equity-related criteria. Making equity criteria mandatory 
and consistent across cities could potentially advance transportation equity in the country, 
and also encourage more cross-sectional research in this area. Recommendations on how to 
better design equity-centered transportation project prioritization tools can be made using 
observations from the case-study findings. Although these recommendations can be made 
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specific to the context of each city, a few general items (in order of process planning and 
implementation) to consider while making those proposals are: 
- To increase the likelihood of buy-in from staff and community members, it is 
advisable to begin the process of listing the scoring criteria with maximum 
community involvement along with case studies and research. 
- It is critical to consider the shortcomings of considering policy-support or level of 
alignment of the project objectives with existing policies as a criterion for prioritizing 
projects based on equity, as well as while prioritizing projects separately based on 
the project type. It is important to ensure they don’t compromise on equity goals of 
the process. Assuming that the larger goals of the city and region are flawless could 
lead to missed opportunities in addressing equity. 
- A second level in the process consisting of qualitative analysis should take into 
consideration what an automated, score-based, computer-led first step might have 
missed. 
- The variation in current emphasis on equity criteria by different cities might 
influence the prioritization outcomes differently and significantly. Making equity 
criteria mandatory and consistent across cities could potentially advance 
transportation equity in the country, and also encourage more cross-sectional 
research in this area. 
- Adjusting (by weight) public inputs based on the demographic of the respondent 
group versus demographic of the city enables more equitable consideration of the 
population’s voices. 
- Based on learnings from case studies, community engagement is an important part 
of the process of development and implementation of a TPPT. To create and launch 
a new process would require a robust community engagement and public outreach 
effort that would allow for the public to participate in meaningful ways.  
- To make this equitable prioritization effort a truly iterative process, a formal 
feedback loop needs to be introduced including but not limited to surveys, involve in 
community events and meetings, build internal consensus among city stakeholders, 
share lessons learned and identify best practices. 
3.2.5 Limitations 
 
All shortcomings of a case study approach apply to this study. Although generalizability is a 
limitation, the specificity of this study can light sparks of curiosity for further hypotheses 
generation. Primary data collection methods and analysis might have been different (and 
probably more accurate) in non-pandemic situations. Capital Improvement Project 
Prioritization is a fairly new process, and with its application in several CIP cycles might be 
requited for cities to perfect it. Although it could be too soon to comment on the likelihood 
of success of these tools, this could be the right time to advocate for more equity 
consideration in the process to be able to influence the prioritization outcomes significantly. 
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Peoria is a city in North-Central Illinois. Situated on the banks of the Illinois River, the city 
widens into Lake Peoria. Displacing the Native Americans as well as the French settlement, 
the first permanent American settlers arrived in 1819. Peoria was connected by rail in 1854, 
and soon it became the fourth largest regional hub in the American railroad system. 
 
 
Figure1. Study area – Peoria, IL 
 
With the city’s early rise as a hub for the Whiskey Industry, the transportation sector 
attracted huge investments to move goods (more goods than people) in and out of the city. 
However, the city of Peoria is not connected by a passenger rail system. With consequent 
economic growth, by the end of the 19th Century, the city started exploring recreation and 
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tourism; Excursion boats, sidewheelers, and sternwheelers were common on the Illinois 
River, that brought entertainment to the city. This business ended in 1918 after a boat 
carrying passengers from the town of Pekin broke and sunk, killing 80 people. During the 
mid-1800s, the distilleries and breweries together produced the highest amount of internal 
revenue tax on alcohol of any revenue district in the U.S. During the Prohibition, the city 
suffered huge losses, but, was one of the major bootlegging areas. The great success of the 
industry placed Peoria into a boom of private housing, schools, parks, institutional as well as 
educational buildings. The world headquarters for Caterpillar Inc. was based in Peoria for 
over 110 years until they moved it to Deerfield, Illinois in 2017. It employed around 30,000 
people and after relocating its HQ still employs over 12,000 people. 
 
Changes in Population and Population Characteristics: 
Aging Population | Birth Rate almost equalling Death Rate | Decline in White Population vs 
Rise in Hispanic Population keeping the total population more or less constant 
 
As has been laid out by the data provided (in the Appendices), it is clear that the population 
of Peoria is increasingly aging and that most new residents moving into Peoria are non-
white. These changes in the demographics of Peoria are central to the story of this shrinking 
midwestern city. As is the case in nearly all urban cores across the U.S., much of the former 
middle class housing that directly surrounds the city center has been abandoned by the 
white middle-class communities that once lived there. These communities have fled to the 
suburbs west of Peoria and across the river to East Peoria. In their absence, the older 
neighborhoods in the bluffs of Peoria are largely lower-middle-class and lower income 
today. As such, there has been little appetite for investment and there exists an incredibly 
limited tax base to call upon. While the population of the city has continued to grow older 
as the Baby Boomer generation retires, new residents and workers have largely been 
younger and increasingly Hispanic/Latino. 
 
 
Figure2. Employment change in Peoria, IL (1990-2017) 
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Along with the changing demographics, the story of Peoria and the issues it faces today are 
interwoven with the loss of major employers in the region. Peoria traditionally relied heavily 
on industry and its location along the Illinois River which connects it to Lake Michigan and 
the Mississippi River gave it powerful engine to continue to thrive because of. However, as 
these jobs either went extinct or were outsourced and the unionized workers who once 
filled the factories of the old warehouse district along with river left in search of other 
opportunities, the engine that once drove Peoria ground to a halt. This loss continued with 
the closing of Caterpillar’s main office in Peoria in favor of the more well-to-do suburbs of 
Chicago. The Chicago suburbs simply offered Caterpillar greater access to a more diverse 
workforce and placed it closer to the economic heart of the Midwest. Major job losses over 
the past several decades can be tied to the economic burst of the late 1980s, the collapse of 
the financial industry and ensuing recession of 2008, and the extended effects of 
deindustrialization that have swept countless communities across the American Heartland. 
 
Suburbanization / Overbuilt infrastructure 
 
As Peoria’s geographic footprint expanded over the last 100 years, hundreds of miles of new 
roads, sewer lines, bus routes, schools, fire stations, and more were built to facilitate 
outward growth at the urban periphery. Like most U.S. cities in the middle of the last 
century, Peoria embraced a suburban growth model that reflected a growing demand for 
single-family, detached homes with large lawns and a quick commute to the city center by 
private car. This era of auto-oriented  sprawl saw the land area of Peoria increase from 12 
square miles in 1910, to over 48 sq. miles today, an increase of 300%. At the same time, the 
city’s population increased from approximately 62,000 in 1910 to around 110,000 today, an 
increase of just 77%. While it is true that the population growth over the last century was 
significant, something which tends to benefit tax-collecting municipalities due to economies 
of scale, residents were now living at a much lower population density than they once had. 
Not only did this suburbanization have a major social impact on Peoria in terms of socio-
economic segregation between the central city and suburbs, but it also began to place a 
tremendous financial burden on the local government. With an ever increasing ratio of road 
lane miles to tax-payers, coupled with population decline due to manufacturing job loss, the 
city’s ability to adequately maintain its roads, sewers, public safety, and schools was 
significantly diminished leading to deferred maintenance and consolidation.  
 
This phenomenon of increasing infrastructure costs “catching up” with actual revenues 
showcases the way in which suburban growth and driving have been effectively subsidized 
for decades. In other words, because publicly owned roads are free to use and mandatory 
parking minimums almost always guarantee an ample supply of free parking at every 
suburban destination, drivers do not pay the full cost of the negative externalities they place 
on society. While the federal gas tax does pay for a portion of road maintenance costs, the 
flat tax of 18.4 cents per gallon has remained unchanged since 1993 even as inflation has 
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decreased the U.S. dollar’s buying power (Schaper). Moreover, this gas tax only funds the 
construction and maintenance of federal roads, not those under the jurisdiction of the 
states or a local government like Peoria. Therefore, it is ultimately all Peoria taxpayers who 
subsidize suburban growth through property and sales taxes, regardless of what 
neighborhood they live in or how they get around.  
 
Increasingly, the concept of a “growth machine” is being used to describe real estate 
interests working alongside public policymakers to facilitate urban growth, especially at the 
periphery where private investment often requires the construction of public infrastructure. 
By couching this sprawling growth as sound economic development, private interests have 
been able to trap cities in a kind of  “growth ponzi scheme”. This is the idea that 
economically unproductive roads cost municipal governments more in the long-run than 
those roads will ever generate through real estate development (Marohn). For example, in 
the city of Peoria, roads now occupy more land area than all buildings combined. With 8.6 
sq. miles of the city occupied by buildings and 12.4 sq. miles occupied by roads, this 
imbalance is fundamentally unsustainable when considering the revenue generating 
potential of each use. That is, the average revenue potential per square mile of buildings is 
+$965 Million, whereas the average square mile of road costs the city -$250 Million. 
Ultimately, this means that the city must devote an enormous part of its budget to simply 
maintaining this extensive road network, not to mention its other obligations such as public 
safety, education, sanitation, and interest payments on existing debt. 
 
Inequities: 
Race and Segregation 
 
Like most of U.S. cities, Peoria has a long history of racial and class segregation. 
Unsurprisingly, factors like school and residential segregation still have significant 
implications on Peoria today. According to Governing: The Future of States and Localities, an 
online resource for public officials and other leaders, Peoria has a Black-White Dissimilarity 
Index of 0.724, making it the sixth-highest level of segregation measured between Blacks 
and Whites of any metro area in the country (Maciag, 2019). For reference, dissimilarity is 
measured on a scale of 0-1, with 1 being completely segregated. 
Furthermore, in Peoria, Black unemployment rates are five times higher than White 
unemployment rates at 25.2% and 5.3%, respectively (Maciag, 2019). This indicates a clear 
lack of opportunity for Black residents of Peoria. 
According to University of Michigan professors Elizabeth Anderson and Jeffery Jones, “racial 
segregation is a major cause of systematic economic disadvantage for Black populations” 
(Anderson and Jones, 2002). In their online archive, The Geography of Race in the United 
States, they created a model drawn from the arguments of Douglas Massey and Nancy 
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Denton in American Apartheid to illustrate how segregation causes poverty and what 
implications that has on segregated Black communities. 
 
Figure3. Racial dot map of Peoria, IL 
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In the model below, the blue arrows describe the influence of antiblack racial hostility. 
Racism is a major cause of segregation, but segregation promotes its own effects.  
 
Figure4. How segregation causes poverty (Anderson and Jones, 2002) 
Massey and Denton's model incorporates two other major models of systematic black 
disadvantage. William Wilson's "spatial mismatch hypothesis" (The Truly Disadvantaged, 
UChicago, 1987), suggesting that urban Black poverty is caused by the flight of jobs to 
suburbs, where Black people cannot reach them, is depicted through the red arrows. The 
"culture of poverty" theory, which theorizes that Black people are poor because they reject 
middle-class cultural values, is depicted through the green arrows. There are multiple harsh 
cycles that are illustrated in this model. White antipathy causes segregation, which causes 
concentrated poverty and oppositional culture, which reinforces white antipathy. Low 
housing values create worse public finances, causing poor public services, reducing housing 
values even further (Anderson and Jones, 2002). 
While their research is dated, Anderson and Jones provide an adequate framework for 
understanding racial and economic inequality that may be beneficial for Peoria officials to 
explore. The combination of racial segregation, economic inequality, and business flight in 
Peoria make this model worth critically applying to project prioritization. 
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Figure5. Household income dot map of Peoria, IL 
 
Food Access in Peoria 
In January 2018, two Kroger grocery stores closed in the East Bluff and South Side 
communities of Peoria. The closures left these communities with fewer healthy food options 
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and created a food desert, a term used to describe people living in an urban neighborhood 
with no supermarkets at least one mile away. In their local report, Central Illinois Proud, a 
local news source, highlighted the challenges faced by people with limited mobility. 
Transportation plays a significant role in accessing grocery stores, and one Peoria resident 
described the hassle in having to use CityLink to travel to guy groceries. A bus ride could 
take over 20 minutes and that, in addition to walking, may lead residents to shop locally 
where they cannot access fresh produce or it limits how much they purchase at a single time 
based on what they can carry (which may increase the number of trips a household has to 
make) (Roberts, 2019). The declining population in this city is a major factor in grocery 
corporations ceasing operations. 
Infrastructure Development in the last 20 years 
 
Due to the city of Peoria’s budgetary constraints, infrastructure investments over the last 20 
years have been limited relative to other communities. In many of the city’s older 
neighborhoods, aging gas and water lines have been neglected causing them to leak or fail 
in some instances. Additionally, sidewalk maintenance and ADA accessibility upgrades have 
been deferred as tax revenues decline or are reallocated towards other capital 
improvement projects. For example, in the most recent CIP budget, total expenditures are 
projected to decline from a peak of $39 Million in 2019 to just $25 Million in 2023, with the 
budgeted total expenditure on sidewalks declining from about $2.8 Million to less than $1 
Million in that time frame. At the same time, roadway investment will increase into fiscal 
years 20’ and 21’,  which reflects a continued prioritization of motorists over pedestrians. 
This has equity implications because it effectively subsidizes motorists and encourages 
driving, while disenfranchising zero-car households who tend to be disproportionately low-
income and people of color.  
 
Despite the city’s budgetary woes, many citizens have been finding innovative ways to 
improve the safety and beauty of their streets through tactical urbanism. This type of 
incremental change is often driven by community members and aims to create streetscapes 
that respond to local needs through makeshift traffic calming, the elimination of parking, or 
“guerrilla gardening” in public greenspaces. This contrasts with the approach of traffic 
engineers and non-resident policymakers following antiquated street design standards that 
prioritize road-widening and increased speed limits. By rejecting the premise of automobiles 
as the basic unit of a citizen, some neighborhoods in Peoria have taken the issue of 
infrastructure into their own hands by developing creative and cost-effective solutions when 
the city has failed to do so. In 2017, the city led an initiative called “Help Shape West Main” 
in the Renaissance Park neighborhood to showcase tactical urbanism in a commercial 
corridor with excess on-street parking. This culminated in a semi-permanent parklet, or 
outdoor eating/gathering area, with the goal of educating community members and 
policymakers about the numerous benefits of tactical urbanism solutions. Another cost-
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effective transportation solution gathering excitement in Peoria has been bike 
infrastructure. In 2016, the city of Peoria published a bicycle master plan to guide future 
investments in bicycle infrastructure and programming that provides safe, comfortable, and 
convenient access for residents, businesses, and visitors. This document describes the tri-
county region’s existing network of bike lanes and off-street trails, which continues to grow 
as funds become available. In the past two decades, bike lanes have been added to Howett 
Street, Lincoln Avenue, Monroe Street, among others per the city’s updated street design 
guidelines. Other bike facility improvements have been made to the Rock Island Greenway, 
an off-street trail administered by the Illinois Department of Natural Resources. A bridge at 
Knoxville Avenue created grade separation in 2014, significantly improving safety and 
creating an additional access point. 
Table3.CIP 2019-2023 by project type in Peoria, IL 
 
 
Complete Streets Policies 
 
In recent history, transportation agencies have begun prioritizing streetscape designs that 
are safe, have diverse uses, and are multimodal. This concept is known as Complete Streets, 
a concept that enables “…safe access for all users, regardless of age, ability, or mode of 
transportation” (smartgrowthamerica.org, n.d.). In 2007, the Illinois State House and Senate 
voted to adopt a state-wide complete streets law. As the State is moving in this direction, so 
is the city of Peoria. In 2015, the Peoria City Council passed Ordinance 17.260, the Complete 
Streets Ordinance (Abi-Akar, 2018). In this ordinance, the city has explicitly committed to 
developing “…safe, reliable, efficient, integrated, and connected multimodal transportation” 
(library.municode.com) for all users. The OJB Landscape Architecture firm designed Peoria’s 
Complete Streets Master Plan. The plan covers 302-acres and positions downtown Peoria 
and the riverfront for growth and development (ojb.com, n.d.). 
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CityLink Ridership Trends 
 
CityLink trends have traditionally pointed to increased ridership from year to year. Ridership 
for the CityLink service hit its peak in 2015 with over 3.4 million riders annually. From Fiscal 
Year 2015 to Fiscal Year 2018, ridership for CityLink dropped in excess of 20% as south of 2.7 
million riders used the service that year. Peoria has attributed this decrease in ridership to 
the elimination of free transfers. Because the City of Peoria classifies CityLink trips as 
unlinked passenger trips, the elimination of this benefit almost certainly caused the 
decrease in annual ridership. This data correlates with additional data provided by the 2019 
CityLink Final Report. According to this data, approximately 23% of riders of the CityLink 
system do, in fact, have access to a vehicle. However, they prefer the bus system as it is less 
stressful on a day to day basis to not have to be behind the wheel of a car. However, due to 
the elimination of free transfers, it is reasonable to assume that since the percent of riders 
who stopped using CityLink between 2015 and 2018, 22% is nearly identical to the 23% of 
riders who have access to another form of transportation, it is arguable that these riders 
believed that the added expense and added hassle of having to pay for each ride upon 
transferring from one bus line to another made the CityLink system an inferior option to 
simply driving or carpooling. 
 
 
Figure6. Passenger trip counts – CityLink, Peoria, IL 
  
The removal of the free transfer policy for CityLink riders, despite its clear intention being to 
increase revenue for the City of Peoria, is an extremely regressive manner of raising 
revenue. Two thirds of all CityLink riders (66%), have a yearly household income of under 
$34,000 USD. The individuals who ride the CityLink system, even after the removal of the 
free transfer policy, do so because they are not able to afford a personal vehicle and likely 
do not know anyone whom they could carpool with. According to CityLink data, over half 
(56%) of riders need to take two or more routes in order to reach their destination, which is 
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disproportionately their place of work. The individuals who ride the CityLink system, 
because of their lower household incomes, are more likely to work in the service industry or 
a field that does not require an advanced degree or certification and as such, provides lower 
wages and limited benefits. As such, any increase in fees or decrease in ease of use will 
cause those riders who have the ability to travel via another method to do so, leaving the 
remaining riders squeezed to meet the increased number of fees they will need to pay to 
transfer from one bus line to another.  
 
 
Figure7. Average daily boardings – CityLink, Peoria, IL 
 
While understanding the removal of the free transfer policy and the impact it has on overall 
ridership is important, day-to-day trends are also key to understanding the CityLink system. 
Because the majority of riders use the CityLink system to get to and from work, ridership is 
substantially higher on weekdays. There are approximately 8,800 passengers boarding on 
weekdays while only 5,000 boarding on Saturdays. Ridership barely cracks 1,000 passengers 
boarding per day on Sundays. However, because of the reduced service availability, revenue 
per hour is marginally higher on Saturdays. On weekdays, the highest ridership stops include 
the Downtown Transit Center, various apartment communities, East Peoria Shopping 
Center, and Illinois Central College East Campus. This is in line with data demonstrating that 
most weekday riders make use of the CityLink system for travel to and from work. Saturday 
patterns are comparable to weekday patterns with the major exception being Illinois Central 
College. It is reasonable to assume that the continuity between weekday and Saturday 
patterns is a mix of some riders working in the service industry on weekdays and shopping 
at these same locations on weekends. It is also reasonable to assume that given these 
categories of jobs, weekend hours would be highly likely. Meanwhile, Sunday ridership 
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patterns are mainly between major residential communities across Peoria and shopping 
centers, mainly shopping centers which feature a grocery store. 
 
Peoria Budget Challenge (Community involvement) 
 
As the population of Peoria becomes ever-smaller and a great deal the economic growth 
happens outside of the city limits, the city’s revenue becomes smaller as well. Therefore, it 
becomes harder for the city of Peoria to decide where to invest the money, as the city has 
had a lot of pushback from the community regarding the decisions made and where the 
money is invested they introduced the Peoria budget challenge. In the Peoria budget 
challenge, the person playing will be given the budget of the Peoria City Council and the 
player has to make tough decisions regarding where to invest the money. In the year 2020, 
the city will have a deficit of 2 million dollars according to the official site for the budget 
challenge. For those making use of the tool, the City's Finance Department provides the 
budget projections for the year and the City Manager's Office provides policy options to 
choose from. The tool was made to create a connection between the citizens of Peoria and 
the policymakers in city hall. In addition, it was created to better inform residents of Peoria 
of the budget constraints the city currently faces the decisions the must be made on where 
to directly revenue. 
 
Governance (Structure of Planning bodies in Peoria): 
 
In 1976, the Peoria-Perkin Urbanized Area Transportation study was formed to work as the 
metropolitan planning organisation (MPO) including the tri-county region that the County of 
Peoria belongs to. The MPO includes the three counties and several other municipalities in 
the region, as well as the Metropolitan Airport Authority of Peoria, the  greater Peoria mass 
transit district and more.  The MPO has two committees pertaining to the two major areas 
of planning for the region. The Policy Committee deals with the decision making and is the 
governing body containing officials elected from the different counties. They make decisions 
based on the recommendations of the second group, the Technical Committee. The 
Technical Committee works to provide the Planning Committee with technical readouts and 
data that will be the basis for the decisions deliberated and ultimately voted upon by the 
elected members of the Policy Committee. The Technical Committee contains a variety of 
transportation planners and urban planners among others. The MPO facilitates 
communication and cooperation with governments and interested parties.  
 
The tri-county region, which includes Peoria County, also includes Tazwell and Woodford 
counties. The Tri-County Regional Planning Commission works to create intergovernmental 
cooperation between the counties. The planning commission wants to provide a united 
vision for the region as well as being a forum for the local leaders of the counties. By 
defining goals, issues, and making plans for the area, the county says it works as a steward 
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of the regional vision. The tri-county follows the vision that the MPO has voted upon and 
can then apply at the state or federal level or grants for projects that will benefit the tri-
county.  
 
4.2 Regional Context: 
Equity Analysis of Long-range Transportation Plan  
 
This section aims at examining the ways in which the issue of inequity has been approached 
within transportation planning between two metropolitan planning organizations (MPOs) in 
the US. The Long-Range Transportation Plans (LRTPs) of two MPOs – the Peoria-Pekin 
Urbanized Area Transportation Study (PUUATS), and the Metropolitan Transportation 
Commission (MTC, Bay Area), are analyzed based on goals, objectives, implementation 
strategies, and performance measures to better understand the issue of inequity in 
transportation plans. The methodology is developed using the evaluation framework used 
by Susan Handy in their study titled ‘Regional transportation planning in the US: An 
examination of changes in technical aspects of the planning process in response to changing 
goals (Handy 2007)’. I try to highlight some active measures taken by MTC (best-practice 
case) that can be absorbed by PPUATS in their plan. 
 
Equity Issue(s) in Transportation Planning 
 
Transportation provides people with opportunities to access beneficial goods, services and 
activities, and helps determine where people live, work, shop, go to school, etc.; 
Transportation is therefore about opportunity, and opportunity affects equity (Litman 
2002). According to Litman, there are three general types of equity: horizontal equity (get 
what they pay for and pay for what they get), vertical equity in terms of income (greatest 
benefit with least cost to disadvantaged communities), and vertical equity in terms of need 
and ability. Equity in Transportation planning can be defined in many ways, one of which is 
that one’s identity as a resident as well as a type of user of the street has no detrimental 
effect on distribution of resources, opportunities, and outcomes. Some equity issues in 
transportation are: demographic realities in transportation usage, inequities in 
transportation funding and expenditures, disparate access to opportunities, language 
barriers, disproportionate public involvement in transportation planning processes, etc. In 
an interview with the University of Toronto News, Steven Farber, an assistant professor of 
human geography at the University talks about how transportation planning is a social 
justice issue, and social justice should be a transportation planning issue. This underscores 
the importance of equity in transportation planning. 
 
Metropolitan Planning Organizations typically undertake an analysis of regional 
transportation plan equity to comply with federal anti-discrimination law, most prominently 
Title VI of the 1964 Civil Rights Act (Karner and Niemeier, 2013). According to Karner and 
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Niemeier, most equity analysis requirements and frameworks generally lack specificity and 
therefore we come across stark differences in the type as well as depth of equity analysis by 
different MPOs. 
 
MTC and PUUATS 
 
The Metropolitan Transportation Commission (MTC) is the transportation planning, 
financing and coordinating agency for the nine-county San Francisco Bay Area, California. 
MTC was created by the California Legislature in 1970 to serve as the MPO for nine counties 
which include 101 cities, 7.4 million inhabitants and approximately 7,000 square miles of 
land area – Alameda, Contra Costa, Marin, Napa, San Francisco, San Mateo, Santa Clara, 
Solano, and Sonoma. MTC Organization includes the Bay Area Toll Authority, Service 
Authority for Freeways & Expressways, some joint authorities, standing committees, partner 
committees, managing staff and the Policy Advisory Council. 
 
The Peoria-Pekin Urbanized Area Transportation Study (PPUATS) was created by the Tri-
County Regional Planning Commission in 1976 to serve as the MPO for the Tri-County 
Region of Peoria, Tazewell and Woodford Counties. According to their website, PUUATS 
members include the three counties, several municipalities within the region, the Greater 
Peoria Mass Transit District, IDOT, the Metropolitan Airport Authority of Peoria, and TCRPC. 
 
Table4. Regional transportation plans selected for the study 
MPO Location Population Plan Adoption Date 






















Source: U.S. Census Bureau 2017 American Community Survey 1-Year Estimates 
 
One critical thing to consider is the magnitude and direction of growth of these two regions. 
The SF Bay Area has been growing at the rate of +1% per year, and the Peoria region has 
been growing at the rate of -1.4% per year; Peoria is a mid-sized Mid-West ‘Shrinking City’. 
With this difference comes variation in the types of equity issues, and several common ones 
with varying priorities based on the region and context. Despite this disparity, equity is an 
important consideration in transportation planning. Therefore, this study will not focus on 
the type of equity issues in these regions, but limit its focus on whether or not equity has 
been taken into consideration and to what extent. 
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Evaluation Framework and Method 
 
I analyzed LRTPs of both MPOs based on goals, objectives, implementation strategies, and 
performance measures to address the issue of inequity in transportation in the respective 
regions. I also look at the ways in which transportation project prioritization and 
programming is defined by the MPO, which in-turn affect planning processes and funding 
decisions. I analyzed the contents of the plan for both MPOs using the following questions: 
 
- How has transportation equity been defined and to what extent? What are the 
equity goals and strategies used to guide the plan? 
- What equity-oriented performance measures are used to evaluate and improve 
equity considerations in their transportation planning practices? 
 
For the first set of questions, I began searching each of the two plans electronically for the 
term “equity”. I scanned the plan to understand the context where this term has been used, 
and deduce different definitions of equity. Additionally, I searched for the terms “goals” and 
“strategy/strategies” and tried to identify the connection between equity and the two 
terms. To address the second set of questions, I searched the plans electronically for the 
terms “performance measures” and “evaluation” to try and find any connection to equity. In 
all these searches, I also try to observe the extent of public participation and involvement. I 
further compare and contrast my findings about the two plans, and highlight points the two 
MPOs can mutually learn and/or imbibe from one another. 
 
Comparison and Recommendations 
Equity-oriented Transportation Goals, Strategies, and Performance Measures 
 
In MTC’s Plan Bay Area 2040 document, the term “Equity” is explicitly stated 25 times. The 
goals of this plan align with the goals of the California Transportation Plan 2040 (by the CA 
DOT) – to promote economic vitality, ensure social equity, and protect the environment. 
One out of the seven listed goals relates to equity in terms of access. In the PUUATS LRTP 
2045, the term “equity” is seen 4 times, all in the footer notes describing federally required 
Title VI and environmental justice analysis, SAFETEA-LU, and TEA-21. Overall goals include 
sectors of Public Health, Mobility and Connectivity, Economy, Freight, and Environment. 
 
Implementation strategies mentioned in the Plan Bay Area 2040 report addresses equity 
issues. Some of the strategies to meet equity goals listed are: 1. Focused Growth by 
implementing Priority Development Areas (200 areas as additional compact development 
areas and transit improvement areas), and 2. Smarter Land Use Decisions – to assess 
commercial development fee based on VMT to improve jobs-housing ratio and funding for 
affordable housing in PDAs. Strategies in the PUUATS report focus on congestion 
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management, transportation asset management, conservation of lakes, and economic 
development. 
 
Among other general performance measures, MTC adopted an equity-based performance 
metric and set related performance targets; Decrease the share of lower-income 
household’s budget spent on housing and transportation, increase the share of affordable 
housing, and do not increase the share of household at risk of displacement. On the other 
hand, PUUATS lists their performance measures only related to safety, congestion 
management, infrastructure condition, highway pavement distress, transit asset 
management, and system performance. 
 
Other Transportation Equity-related Mentions 
 
Other transportation equity-related mentions in MTC’s report include a Transportation 
Equity Roadmap which directs $70 billion investment toward bus operation to increase bus 
services, and towards county access initiatives and lifeline, mobility management programs, 
and $800 million to priority projects identified by residents in MTC’s Communities of 
Concern (a community-based transportation plan). This benefits disadvantaged populations 
of seniors and persons with disabilities. Additional funding for affordable-fare program in SF, 
a low-income school bus program in Contra Costa and late-night transportation for workers 
travelling from SF is added in this roadmap. The Committee to House the Bay Area 
addresses housing crisis to advance equity and economic health. The plan recognizes 
environmental impacts, equity-related implications on the region’s disadvantaged 
communities, and performance and public participation. Supplemental reports include Final 
Native American Tribal Outreach Report and Final Performance Assessment report among 
others to ensure expanded emphasis on equity and sustainability.  PUUATS report talks 
about a Human Services Agencies Client Transportation where the clients include senior 
citizens and persons with disabilities. PUUATS coordinated their goals with the Human 
Services Transportation Plan. The report also addresses safety in terms of reduction in traffic 
fatalities and serious injuries on public roads. 
 
Both MPOs encourage public participation in transportation planning process. However, the 
language used and the extent of public involvement differs. MTC believes in open and 
transparent public participation process to empower low-income communities and 
communities of color to participate in decision-making that affects them. They aim to collect 
accurate and current data to define and understand inequities in transportation funding 
based on race and income. MTC also formed the Regional Equity Working Group to advice 
staff in the equity analysis’s development - identifying measures, defining communities of 
concern, developing methodology for assessment, etc. This committee brings together 
stakeholders representing low-income populations, minority communities, seniors, persons 
with disabilities, local jurisdiction representatives, transit agencies, congestion management 
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agencies, public health departments, community-based organizations, and advocacy groups. 
PUUATS staff used recently published US Census data and new public input methods to 
update the LRTP. They organized and hosted focus group meetings to gain input from 
regional experts and each long-term goal. However, focus groups only included several 
professional and citizen experts, without any mention of community-based groups. 
 
While both the plans included federally-required Title VI and environmental justice analysis, 
only MTC’s plan included overall performance analysis based on equity-measures. PUUATS 
report was also missing equity considerations in all sections except the required Title VI, 
SAFETEA-LU, and TEA 21 sections. Accepting that PUUATS believes in equitable 
transportation planning and system, it needs to actively incorporate equity into its plans, 
beginning with actually using and defining the term “equity” in its LRTP. PUUATS needs to 
recognize social, economic, and environmental equity in its goals, aim to be consistent 
between equity goals and objectives, and formulate and adopt specific equity-centered 
performance measures and targets. While the LRTP included some equity elements such as 
local projects/efforts of Complete Streets in the City of Peoria, aligning their goals with the 
goals of the Human Services Transportation Plan (to include senior citizens and persons with 
disabilities), and focus groups to take public input, MTC’s Plan Bay Area 2040 considers a 
more holistic approach to equity. It very well aligns its goals, implementation strategies, and 
performance measures all in the lens of equity. 
 
MTC’s plan mentions the need for a highly collaborative process between public and 
governments at all levels to be able to truly address affordability and equity challenges, 
along with aggressive policies and more funding to deal with the housing crisis. However, 
there is no clear strategy defined to realize this vision. Despite such a comprehensive take 
on equity, MTC seems to be unable to meet some of its equity-related goals. The plan notes 
that it will increase housing and transportation costs from 54% to 67% of the total HH 
income in low-income households. Displacement risk is as high as 5%, but is greater outside 
the communities of concern. Affordable housing, health and safety of communities, and 
mode shift from driving are all targets that will not be met using this plan. Although this 
scenario shows better results than one with no intervention, these unmet targets need to 
be re-looked at and updated with sufficient public input. 
 
With this equity analysis of the two plans, it becomes evident that PUUATS has a few things 
it can learn from MTC. Without active recognition and promotion of equity within 
transportation plans, especially critical plans like the LRTPs, it becomes difficult for the more 
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One of the goals of my capstone is to gather inputs about current and future prioritization 
CIP processes and equity goals of the City, while also building stakeholder support for this 
tool. An outcome of this effort is a documentation of opportunities to leverage resources to 
develop effective solutions to promote equity in the city. This is done by conducting 
stakeholder interviews to document the understanding, positionality, and inclination of 




The main objective of this effort is to engage important stakeholders at the local, regional, 
state, and national scale that are affected  by and who can affect the outcomes of this 
project. The broader objective of this effort is to satisfy the needs of this project by gaining 
support, and inputs to better the outcomes of the equity-centered transportation project 
prioritization tool because of their power as a catalyst in the process. The stakeholder 
engagement process involved 4 primary steps. I used the concept of the Deming Circle 
(PDCA – Plan, Do, Check, Act) as a methodology to create an iterative, cyclic engagement 
process. 
 
Step 1: Setting engagement objectives 
 
It was important to set objectives prior to starting the engagement process to reduce 
lengthiness of the process, reduce costs, define scope, prioritize and maintain the focus of 
this project. As mentioned previously, it was important to engage with relevant 
stakeholders to assess the need for such a prioritization tool, document the positionality of 
these catalysts, gather input regarding how to better the tool, as well as try to map the 
assets that could be leveraged to further this prioritization process. The scope of this 
engagement was limited to participants in their professional capacities. The geographic 
scope of this effort was not defined, but restricted to those directly involved with the city 
and the fiscal processes of the city. We had conversations with stakeholders from the City of 
Peoria, Peoria county, Illinois state as well as from other cities involved with Peoria directly 
in their funding and/or budgeting. Considering the possible conflicting views of stakeholder 
groups, we were open to diverging ideas and prepared to reflect all perspectives. 
Acknowledging the reactive nature of this engagement process, we were sure from the start 
to recommend a more proactive, continuing dialogue mechanism that enables long-term 
engagement and transparency of the prioritization tool development and implementation 
process. 
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Step 2: Stakeholder list 
 
Working with the University of Illinois Extension on this project, the group that mediated 
this effort between the Transportation Equity class and the City of Peoria, it was relatively 
easy to formulate an initial list of stakeholders for this project with their help. 
 
The process of identification of stakeholders began with a meeting with the core team that 
proposed the project. The meeting was followed by 1-on-1 meetings/interviews where we 
discussed possible engagement strategies and created an initial list of stakeholders. In these 
meetings, I used a questionnaire with snowball sampling to find more relevant 
people/organizations to talk to. 
 
Interest, influence and expertise were used as criteria to select participants. Interest is the 
willingness of the stakeholder to engage with the prioritization tool development. Influence 
is how much impact the stakeholder has over the process of development as well as the 
outcomes of this tool. Expertise is the information the stakeholder has on the issues related 
to city infrastructure budgeting, incorporating equity in fiscal decision-making, the need for 
this project in the community, etc. As we were referred to more stakeholders during the 
interviews, additional rows were added to this list. 
 
Table5. Stakeholder list 
 Stakeholder 
1 Hannah Martin 
Transportation Planner, Tri County Regional Planning Commission 
2 Ryan Harms 
Senior Transportation Planner, Tri County RPC 
3 Ray Lees 
Planning Program Manager, Tri County RPC 
4 Anthony Corso 
Chief Innovation Officer, City of Peoria 
5 Deborah Ruethler 
Assistant City Manager, City of Peoria 
6 Philip Lockwood 
Distillery Labs Smart Cities Initiative 
7 Lourdes German 
Civic Innovation Project 
8 Bill Lewis 
City Engineer, City of Peoria 
9 Rick Powers 
Director of Public Works, City of Peoria 
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10 Joe Alexander 
City Link 
11 Amy McLaren 
County Engineer, Peoria County Highway Department 
12 Kurt Bialobreski 
Transportation Engineer, Hanson Engineering 
13 Ross Black 
Community Development Director, City of Peoria 
14 Heather Schady 
Senior Transportation Planner, Active Transportation Alliance 
15 Rita Ali 
Mayor candidate, Peoria, IL 
 
I included only those stakeholders that had high levels of interest, influence and/or 
expertise. Towards the end of the stakeholder interviews, I found varying levels of interest, 
strategic relationships that strengthened influence levels, and unique expertise that 
stakeholder groups could bring to the table. 
 
Step 3: Planning and conducting the engagement strategy 
 
I conducted these interviews to contextualize general findings in my earlier studies, identify 
other relevant past, on-going and planned efforts, initiatives, and projects in the city that 
directly impacts equity, understand broader context in which such processes are created 
and implemented, and learn how a prioritization tool might affect their projects and goals. I 
developed an interview guide that included questions about their role in the city 
and/region, their professional perspective on what equitable transportation means, past, 
on-going and planned efforts they were involved in to advance equity in the city/region, 
major catalysts as well as impediments to such efforts, how they’d like a CIP prioritization 
tool to impact their organization, work, as well as the community, and other 
groups/individuals I could get in touch with. I tailored some of the questions for different 




Before conducting the one-on-one interviews, I had a meeting as part of the scoping process 
with key members from the city and those interested in this effort. The meeting included 
representatives from the City, planning department, the County, consulting firm, and the 
University of Illinois extension. A summary of the initial project scoping meeting is as 
following: 
 
Jayakumar, 2021 40 
- Determine indicators about equity and how to measure it 
- Demonstrate the need and ease of usage of such a new process/tool 
- Find relationships between transportation and equity outcomes (both short and 
long-term), take into account public health, and crime and safety aspects too 
- Explore equity aspects in smart cities and how new technology relates to different 
communities and land uses 
- Work in collaboration with the Public Works Department, the equity task force and 
it’s transportation sub-committee to understand existing prioritization process, the 
sliding scale and matching dollars, as well as equity considerations, if any 
- Work with Active Transportation Alliance who are developing the Complete Streets 
Manual for the city of Peoria 
- Specifically study the distressed area of southside Peoria, and proposed pathways 
and greenway projects  
- Cautiously consider the possibility of such a tool muddying the water instead of 
helping align priorities – potentially do a SWOT analysis and look at opportunities to 
attract new funding 
- Focus on objectives, strategies, positive outcomes, and opportunities 
- Use different frames of references to build consensus among staff, stakeholders, and 
community members 
- Use on-going projects like the Bob Michael Bridge project to understand barriers to 
advancing equity in the city 
- Lack of funding is a hard constraint and an obvious impediment to such an effort 
- The tool should help determine the right projects in the right places, minimize 
additional steps/wrinkles to the process, and made easy to understand 
- To understand positionality of PPUATS committee members can be studied by 
looking at how they responded to the Bob Michael Bridge accommodations 
 
5.4 Interview Summary 
 
Key findings from this process are summarized by interviewee type (City of Peoria, Peoria 
County, Consulting firms, advisory groups, etc.) and themes identified below. 
 
City of Peoria and Peoria County 
 
Roles 
The participants in the interview process included the assistant city manager, chief design 
officer, public works director, transportation planners, engineers and program managers 
from the city and county and the community development director. Their roles and 
responsibilities in the city/region ranged from scenario planning for budget and funding 
during COVID-19, managing 911 emergency community center, monitoring the lighting 
program, funnelling for economic development and public works, technical committee 
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member at PPUATS, urban planning, zoning, safety planning, transit planning, complete 
streets policy advocates among others.  
 
Equity in Peoria 
Participants mentioned that equity has been a concern in Peoria, both in terms of class and 
race. According to a participant, there has been no documentation of trends and patterns in 
data to show the growing inequities in the city, and hence the city and equity advocates 
haven’t been able to find and address the root cause. Concentrated and racial poverty 
exists, and there is evidence of disinvestment tied to it. Representatives acknowledged how 
social equity is being skirted in discussions. 
 
Participants also mentioned that car dependency is almost 100%, and awareness needs to 
be created about health impacts of transportation in the strategic plan document. 
Representatives mentioned the need for equitable transportation in zip code 61605 to 
address issues of safety and food deserts. Without specifying more zip codes, 
representatives stated that there is inequitable access to safe roads, food, transit and jobs in 
some parts of the city.  
 
Past, ongoing, and planned efforts 
The city representatives stated that community awareness about alternative modes to 
driving in transportation is essential and that there have been some efforts to do so during 
public meetings on I-water discussions among South and East block neighborhoods. In 
general, there has also been more awareness due to Complete Streets. The participants 
suggested that the collective impact discussion on the West Main Project reinvestment 
could be a platform to use for community awareness and apply change management 
theory. An example of a south-side Peoria project is the trail study, which participants 
thought doesn’t address inequitable transportation access to residents of that part of the 
city. 
 
In order to make transit more economically feasible in Peoria, there have been efforts to 
densify the city center. Projects like the Greenway and Riverfront development, Warehouse 
district project, and Main Street revitalization could be opportunities to incorporate 
transportation equity in terms of multimodality (Complete Streets), road diets and 
intersection safety (Vision Zero). Main Street and University Avenue intersection redesign 
project is to address road safety by raising curb hight and introducing diagonal crossing. 
 
Opportunities 
Participants shared some major catalysts to advance such efforts including making strategic 
partnerships, training and community development/empowerment, and to use change 
management tactics. Incremental efforts are to be taken to make it more feasible – using 
education demonstration projects and tactical urbanism. Participants mentioned how this 
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could be integrated into complete streets delivery system. City and county officials believe 
that a push from local leadership and community groups can go a long way. Including the 
current budget process in this prioritization process would make it easier to follow.  
 
Another very critical point stated by one of the participants was the importance of bringing 
people to the table, and how proximity to diverse perspectives can knock down barriers. 
Linking localized strategies to larger ambition like poverty, hunger, and crime can make it 
harder to oppose in decision-making processes. 
 
The city and county representatives stated one big opportunity for equity to be included in 
the prioritization tool is the Combined Sewer Overflow solution where complete green 
streets could be proposed in historically disadvantaged neighborhoods. 
 
Major barriers 
Some of the barriers to projects centring equity identified by city and county 
representatives are 1. Structural, 2. Funding/fiscal, 3. Existing project delivery process 
(motivation, levels of transparency and accountability, and lack of reference documents and 
processes)), and 4. Political discussions. Insufficient support from elected officials and city 
officials were stated as being the most common barrier to advancing such efforts. 
Participants also noted that although non-profit organizations have the necessary 
motivation, they mostly lack technical understanding.  Another discussion point was 
mistrust as a barrier for the much required community buy-in. Few other barriers 
participants identified are – Regulatory, budget, and political. Budget crisis along with the 
high attrition rate in the city are main constraints to garnering internal support. 
 
To go from the current prioritization process of roadway projects using a pavement 
condition index to a comprehensive CIP prioritization will require budget and political 
support. Although some of these changes might actually require additional funding, there is 
a perception that many projects including complete streets-related projects are expensive.  
 
Another barrier participants noted is the community itself not wanting additional bike lanes, 
better sidewalks, more transit, and only focussed on better road conditions Community 
education/empowerment about equitable transportation in those distressed communities 
should be an important part of community engagement efforts to manage reaction to 
change and counter the argument of cost. The community development department in the 
city stated that they’d like to continue to lead with education.  
 
CIP prioritization impact 
Participants suggested metrics like the quality and access to multi-modal transport to 
include in that prioritization tool that could positively impact their work and the community. 
There is also a need to include performance-based aspects to institutionalize equity using 
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the prioritization process. To make their job of advocating for an equity-centered project 
prioritization, participants mentioned that it was important to keep the tool objective and 
data driven at the neighborhood and zip code levels. They shared that when tied to 
economics, it grabs people’s attention. Ease of usage of the tool itself was a popular answer 
to how this can benefit their work. County representatives also stated the need for 
equitable transportation planning in autonomous vehicles, smart cities, and other future 
technologies. 
 
The tool that prioritizes combined Sewer-related projects is also important to the city. They 
would also like to see pedestrian-scale lighting, signage, ADA ramps prioritized in the tool in 
disinvested neighborhoods. The participants would like to see the tool prioritize low-income 
neighborhoods, those with least vehicle ownership, employment levels, and closest to 
transit line. They would also prefer the results to be relatively inexpensive by breaking into 
smaller projects. The transit agency representative also stated the need for the tool to 
prioritize projects that can help provide more service in zip code 61605 to increase access to 
stores/food. 
 
Resources that can help – case studies, tools and strategies 
City and county representative shared some outside resources that could help further this 
effort. Urban3 analysis – a story map on GIS to determine and showcase value/acre 
(because density matters) can be used as an educational tool for both staff and the 
community. Similar to Kansas City that overlayed its Red-line district in their Urban3 
analysis, Peoria could use this to provide evidence and educate stakeholders. Social media 
data analysis is another avenue to conduct a sentimental analysis to collect primary data. 
Some community outreach and staff buy-in suggestions given were: creating a safe space to 
meet community members where they are at, using digital outreach tools, regular blog 
posts, circulating an internal newsletter with notes from the field, widen stakeholder list and 
diversity, reference guidance for engineers on complete streets, and document any attitude 
changes to address in future engagement. 
 
One of the suggestions made was to enable the tool to evaluate financial and economic 
concerns, not equity concerns. Although I don’t agree with this approach, the argument 
made was that this would automatically highlight the distressed neighborhoods while also 
garnering support easily from all. The participant also argued that by keeping politics as the 
only social nuance and by using non-polarizing language, along with context and 
understanding can avoid barriers and address the lack of awareness among community and 
officials. Although one of the participants suggested the need for sentiment analysis, 
another representative stated the importance of neutralizing emotional content and 
focussing on social value.  
 
Consulting firms, advisory groups, and others 
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Roles 
The participants in the interview process included representatives from consulting forms, 
advisory groups and other organizations such as the Active Transportation Alliance, Civic 
Innovation Project, Distillery Labs, Hanson Engineering, etc. Their roles and responsibilities 
working with the city/region ranged from consulting for designing and construction of 
transportation and public works projects, training city representatives on fiscal health and 
economic development during COVID-19, developing the Complete Streets Design Manual 
for the city, and managing the Safe Routes to School program for the city. 
 
Equity in Peoria 
Consultants find the need for improved accessibility, mobility in zip codes like 61605 to 
address issues of food desert, lack of services etc. They also see such a prioritization tool as 
an opportunity to gain new work from the city. 
 
Opportunities 
The Joint Commission on Racial Justice and Equity with over 160 members once confirmed 
can be a good platform to raise the need for this project on access to transportation, food, 
as well as Amtrak. Participants also noted that political change in the federal and local levels 
is foreseen which may impact the level of support for equitable transportation. Other 
opportunities to be created or utilized are using small pop-up projects, training slides in 
community outreach efforts, and identifying geographic locations of projects with the 
community. Incorporating equity elements in complete streets projects and safe routes to 
school projects can be one of the initial steps to advance equity in the city. 
 
The Illinois Innovation Network Hubs work on wellness for underserved populations, 
advancing agricultural and food technology, smart cities and mobility. These can be studied 
for application tools and potential used cases. Entrepreneurship and innovation can also be 




Participants stated that the city is constantly losing tax revenue due to early retirement. It is 
important to note the project readiness of those proposed capital improvements since it 
involves the state and/or county and the city. State and/or county involvement is generally 
more expensive. However, one of the representatives stated that funding should not be an 
excuse to not further equity, but instead be used to access new funding. 
 
Resources that can help – case studies, tools and strategies 
Consultants stated the need to be mindful of what they city already has in place, and to be 
more targeted while expanding plans. They also see value in considering social, age, 
Jayakumar, 2021 45 
physical, economic and environmental equity on a project-level basis. They would also like 
to see flexibility and customizability of the tool to address bureaucracies of larger bodies like 
Illinois Department of Transportation (IDOT).  
 
Other resources and strategies identified as useful to advance this tool include: National 
Equity Atlas (PolicyLink), different financial strategies used in land-value capture by 
Minnesota Valley Transit Authority (MVTA), understand revenue composition using the 
annual financial audit document of the city to see revenue reliance and where there is 
flexibility to change. Providing city staff with easily accessible resources on best-practices in 
equitable fiscal planning can help identify priorities, and come up with long-term 




We determined the project need, identified strengths (assets), weaknesses (constraints and 
barriers), and opportunities (collaborators) during the scoping exercise with some key 
stakeholders. Ease of understanding and usage of the tool were top priorities along with 
determining equity indicators and methods of measurement. We also discussed studying 
equity outcomes in public health, and crime and safety, as well as identifying equity aspects 
in smart cities and new technologies. The scoping exercise also highlighted the importance 
of working collaboratively with relevant stakeholders, building consensus among staff from 
different departments in the city, and studying past and on-going projects to understand 
barriers to such efforts. 
 
The diversity of representation in the interview participant group from various organizations 
involved in the CIP prioritization process of Peoria provided a comprehensive understanding 
of the stakeholders’ levels of interest, inclination, and expectation from such a prioritization 
process. I got an overview of their understanding and need to advance equity in the city, 
similar projects on-going and in the past, identified some opportunities and constraints, and 
also discussed resources and strategies best suited for this effort. 
 
Overall, equity is a concern in Peoria both in terms of race and class which can be tied to 
disinvestment in parts of the city. However, discussions around equity seem to be skirted 
due to lack of documented evidence (or perhaps more about uncertainty on how to 
measure equity) available and accessible to staff and stakeholders. Specifically within 
transportation equity, car dependency is high. Mobility issues along with issues of food 
deserts and safety were noted in zip code 61605. 
 
Several transportation and land use planning efforts targeting equity issues have been 
carried out in the past, and are either on-going or planned. They include road diets, 
intersection redesigns, trail projects, densification efforts to increase transit feasibility, etc. 
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Lessons from these projects along with new motivation to advance equity in the city have 
created many opportunities. The Joint Commission on Racial Justice and Equity, The Illinois 
Innovation Network Hub, upcoming Complete Streets Design Manual, and Combined Sewer 
Overflow solutions are some of them identified. 
 
Some of the barriers to projects centring equity identified by the interview participants were 
1. Structural and regulatory constraints, 2. Funding/fiscal concerns, 3. Existing project 
delivery process (motivation, levels of transparency and accountability, and lack of 
reference documents and processes)), and 4. Political barriers. High attrition rates in the city 
is another challenge to keep efforts consistent.  
 
Strategies and tools identified to advance this effort range from customizability of a 
prioritization process, usage of story maps and other mediums to educate staff, 
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After completing the activities documented in previous chapters including case studies, 
literature review, equity analyses, and stakeholder interviews, I reviewed project findings to 
prepare a list of recommendations that will help the city and other relevant stakeholders 
further this effort to implement an equity-centered transportation project prioritization 
process and advance equity in the city of Peoria, IL. These recommendations are divided 
into categories: Stakeholder and Community Participation, Education and Information 




The recommendations resulting from this project are described by category in the section 
below. Along with these recommendations, I also recognize that the next step in this project 
should be a process of concept validation by the community including increased community 
participation, public outreach through CIP townhalls, surveys, public meetings, digital 
engagement, etc. This next step can help expand on the effort to make a comprehensive list 
of recommendations to address a wide range of barriers identified, leverage opportunities 
found, and help advance equity in the city. 
 
A. Stakeholder and Community Participation 
 
Based on a review of existing City adopted priority documents, plans, and overall 
goals, I recommend the staff to further the priority areas identified by the city as 
well as students from the University of Illinois planning department in the Spring 
report (available using a link in the appendix) using robust community engagement 
efforts to determine priority. These priority areas include the environment, multi-
modal transportation, economic development, historic disinvestment, and public 
health and safety. I recommend that the City Council then adopt a weighting system 
reflecting community values that will be used to prioritize capital projects in the 
development of subsequent Capital Improvement Program. 
 
a. Broad Recommendations 
- Improve the quality and consistency of Departmental input on capital 
projects especially between the planning and community development 
department and public works department 
- Improve transparency of the CIP prioritization/decision-making process 
- Ensure process is data-driven by identifying, applying and adhering to clear, 
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well-defined and consistent criteria 
- Filter physical and programmatic needs through the lens of City-wide needs 
and goals 
 
b. CIP and Public Input 
The existing CIP process allows for each council district to submit proposals 
for capital improvements, followed by public City Council meetings and 
hearings. There is a need for a consistent method for public input among 
departments unless an advisory committee or similar group is created.  
 
c. Community Engagement 
Phase 1: Gather community input on the CIP process, determining shared 
City and community needs and priorities to answer what additional 
considerations need to be there while making a decision about a project. 
Phase 2: Utilize the adopted factors and weighting system to develop CIP 
Budget and continue community engagement. 
 
Based on learnings from case studies, community engagement is an 
important part of the process of development and implementation of a TPPT. 
To create and launch a new process would require a robust community 
engagement and public outreach effort that would allow for the public to 
participate in meaningful ways. Adjusting (by weight) public inputs based on 
the demographic of the respondent group versus demographic of the city 
enables more equitable consideration of the population’s voices. To make 
this equitable prioritization effort a truly iterative process, a formal feedback 
loop needs to be introduced including but not limited to surveys. 
Additionally, involvement in community events and meetings, building 
internal consensus among city stakeholders, and sharing lessons learned and 
identifying best practices can go a long way in ensuring meaningful 
community engagement. 
 
B. Education and Information Dissemination 
 
a. Public Outreach 
The public outreach process to be designed to involve the public and 
stakeholders in the process in such a manner as to educate and inform them 
of the overall budget process and new concepts being introduced, receive 
feedback and consult with the public regarding the priority criteria, factors 
and weighting. For outreach, go where the people are because town hall-like 
meetings don't always get the best turnout: Try street fairs, farmer’s market, 
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public events, etc. Some public outreach and education tools that could be 
part of the process: 
i. Fact sheets 
ii. Website and social media 
iii. Meeting posters 
iv. Process illustrations and Boards 
v. Presentations 
vi. Press releases 
vii. Surveys 
viii. Community meetings 
ix. Small group and neighborhood meetings 
x. Individual interviews 
xi. On-the-street interaction 
xii. Collaborating with other agencies 
xiii. Participating in workshops/events hosted by others 
 
C. Staff Consensus and Community Buy-in 
 
a. Setting up a committee of representatives from various City departments is a 
good way to ensure internal buy-in and align the prioritization with individual 
asset needs 
b. An outside resource that could help further this effort is the Urban3 analysis 
– a story map on GIS to determine and showcase value/acre (because density 
matters) which can be used as an educational tool for both staff and the 
community. Similar to Kansas City that overlayed its Red-line district in their 
Urban3 analysis, Peoria could use this to provide evidence and educate 
stakeholders. Social media data analysis is another avenue to conduct a 
sentiment analysis to collect primary data. 
c. Creating a safe space to meet community members where they are at, using 
digital outreach tools, regular blog posts, circulating an internal newsletter 
with notes from the field, widening stakeholder list and diversity, creating 
reference guidance for engineers on complete streets, and documenting any 
attitude changes to address in future engagement are a few other potential 
strategies to garner support. 
d. Providing city staff with easily accessible resources on best-practices in 
equitable fiscal planning can help identify priorities, and come up with long-
term recommendations along with quick win strategies. 
 
D. Policy Alignment 
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a. It is important to align prioritization tool goals with goals of the city, region, 
as well as specific transportation plans while being aware of the trickle-down 
effect from larger goal-setting bodies to smaller decision-making 
b. It is critical to consider the shortcomings of considering policy-support or 
level of alignment of the project objectives with existing policies as a criterion 
for prioritizing projects based on equity, as well as while prioritizing projects 
separately based on the project type. It is important to ensure they don’t 
compromise on equity goals of the process. Assuming that the larger goals of 
the city and region are flawless could lead to missed opportunities in 
addressing equity. 
c. It can be helpful to differentiate between "internal" vs "external" factors on 
project prioritization. For example, internal factors might be ones that are 
predicated on mandates and codes vs external factors that are based on 
external project characteristics such as existing conditions 
d. Aligning goals of the new CIP prioritization process with the goals of the 
Complete Streets Policy will make the adoption of the prioritization tool more 
feasible. Also, including the current budget process in this prioritization 
process would make it easier to follow. 
e. An element that can be included in the prioritization tool is the CSO solutions 
developed by the city where complete green streets could be proposed in 
historically disadvantaged neighborhoods. Pedestrian-scale lighting, signage, 
ADA ramps can be therefore prioritized in disinvested neighborhoods. 
f. Elements of equity can also be incorporated in plans regarding smart cities, 
autonomous vehicles, future technologies, etc., which can then be prioritized 
in the CIP process. 
 
E. Increased Emphasis on Equity 
 
a. The variation in current emphasis on equity criteria by different cities might 
influence the prioritization outcomes differently and significantly. Making 
equity criteria mandatory and consistent across cities could potentially 
advance transportation equity in the country, and also encourage more 
cross-sectional research in this area. 
b. There is also a need to include performance-based aspects to institutionalize 
equity using the prioritization process. 
c. A second level in the process consisting of qualitative analysis should take 
into consideration what an automated, score-based, computer-led first step 
might have missed, to address more nuances equity issues. 
d. The Joint Commission on Racial Justice and Equity with over 160 members 
once confirmed can be a good platform to raise the need to advance equity 
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in Peoria. Political change in the federal and local levels (which are foreseen) 
may impact the level of support for equitable transportation. 
e. The Illinois Innovation Network Hubs work on wellness for underserved 
populations, advancing agricultural and food technology, as well as smart 
cities and mobility. These can be studied for application tools and potential 
used cases. 
f. Entrepreneurship and innovation can also be opportunities to improve 
quality of life, advance social equity, and increase economic opportunities. 
g. Along with thinking through evaluation and scoring criteria, performance 
measures, implementation strategies - all with significant equity-
consideration, setting specific equity-related targets with a timeline can make 
the goal more achievable 
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7 Conclusion. ……………………………………………………………………………. 
 
The purpose of this project was to identify barriers to address and opportunities to leverage 
for the City of Peoria, IL to advance equity through their CIP prioritization process. Strategies 
identified in this project can be used by the city and relevant stakeholders to successfully 
implement such an equity-centered prioritization tool. To achieve this goal, I conducted a 
set of activities including literature review and case studies of transportation project 
prioritization processes in various U.S. cities, background study of the state of equity in 
Peoria, equity analyses of Peoria county’s Long-range Transportation Plan, and identification 
of barriers and opportunities to advance equity in the city through stakeholder interviews 
with representatives from the City, County, consulting firms, advisory groups, etc. 
 
I conducted a study on transportation project prioritization processes using a case study 
method (Chapter 3). This helped understand how city-level planning bodies are considering 
transportation equity in their investment decisions. In Chapter 4, I explored the state of 
equity in the City of Peoria, IL. I looked at it’s geography, population characteristics, 
overbuilt infrastructure, inequities in terms of race, segregation, and food access, policies, 
fiscal challenges and governance. 
 
I conducted interviews with different stakeholder groups (Chapter 5), which gave me an 
overview of their understanding and need to advance equity in the city, similar projects on-
going and in the past, identified some opportunities and constraints, and also identified 
resources and strategies best suited for this effort. Interviews suggested that equity is a 
concern in Peoria both in terms of race and class which can be tied to disinvestment in parts 
of the city. Several transportation and land use planning efforts targeting equity issues have 
been carried out in the past, and are either on-going or planned, including road diets, 
intersection redesigns, trail projects, densification efforts to increase transit feasibility, etc. 
Structural and regulatory constraints, funding/fiscal concerns, existing project delivery 
process, and insufficient political will are some of the barriers to projects centering equity 
identified in the interview process.  
 
The results of these activities were used to develop recommendations (Chapter 6) to help 
the city and/or relevant stakeholders further this effort to implement an equity-centered 
transportation project prioritization process and advance equity in the City of Peoria, IL. 
These recommendations are divided into four categories: Stakeholder and Community 
Participation, Education and Information Dissemination, Policy Alignment, and Increased 
Emphasis on Equity. Other mid-sized U.S. cities could also use these recommendations and 
benefit from this study to address equity issues through fiscal decision-making processes at 
the city level. 
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 9 Appendix ………………………………………………………………………………. 
 




Hello, my name is Vismaya Jayakumar, and I’m a graduate student in the Department of Urban and 
Regional Planning at the University of Illinois, Urbana-Champaign. Thank you for your willingness to 
participate in this interview, which is part of my master’s capstone project. I am hoping to get inputs 
from formal planning organizations, community groups, state/local officials, private partner groups 
all in their professional capacities to design and build an equity-centered transportation project 
prioritization tool as well as an implementation plan for the same, all using a collaborative process. 
 
This interview should take approximately 45-60 minutes to complete. The discussion will address the 
following general topics: 
• Your role in the city and region. 
• Your professional perspective on what is meant by equitable transportation. 
• Past, on-going and planned efforts to achieve equity in the region, and some motivating 
factors and benefits as well as impediments in these efforts and/or activities. 
• Benefits of such a tool to your organization, your efforts, and the community to achieve your 
goals. 
• Other groups we need to get in touch with. 
 
I would like to record this interview for our documentation purpose, do I have your permission to 
record the interview? I will use the recording to create a transcript of what we talk about, but no 
one else will have access to it. When I report out, I won’t use any of your names in anything unless 
you explicitly ask me to. Do you have any questions before we begin? 
 
I would like to begin with an introductory question to get us familiar, if you don’t mind. 
1. What role do you play in transportation planning for the city and the region? 
2. Are you aware of other planning efforts you been engaged with that has been intended to 
impact equity in transportation? What are some of the actions/activities happening in the 
region that can accelerate equity in transportation planning? What groups or individuals 
have been key advocates? 
3. How did that work go, were community members willing to readily engage in that type of 
planning?  
4. What are the major impediments? 
5. What would success around equity in transportation look like for you or your organization? 
6. How would an equity-based Transportation Project Prioritization Tool help you and the 
community in achieving its equity goals both within and outside of transportation? 
(Operationalizing equity goals, increase transparency, increase public participation, attract 
more funding, etc.) 
7. Are there any specific impacts (both short and long term) you want such a tool to create on 
the community? Impacts in terms of transportation access and usage, land-use, housing, 
crime, health & safety, etc.? 
8. Is there anyone else such as other state or local officials, community organizations, private 
partner groups, etc. we should talk with to gain a greater understanding of this issue in the 
region?  
9. Is there anything else that you'd like to add to this discussion that we might have missed? 
Thank you so much for your time today. Your feedback and inputs will be extremely valuable as I go 
back to the 3 tools we have already built as a class in Spring 2020, and look at ways we can improve 
them together, to get the most out if it as a city and the community. Please feel free to contact me 
with any further questions and updates you might have. 
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A2. Peoria transportation project prioritization tool alternatives: 
https://drive.google.com/file/d/15ASG3l1-wtaVVDshTtWoY2hwLXFeBRn1/view  
 
Table A3. List of Collaborators/Stakeholders 
 
 Interviewee Organization 
1. Hannah Martin 
Transportation Planner 
Tri County RPC 
Tri County Regional Planning Commission 
2. Ryan Harms 
Senior Transportation Planner 
Tri County RPC 
Tri County Regional Planning Commission 
3. Ray Lees 
Planning Program Manager 
Tri County RPC 
Tri County Regional Planning Commission 
4. Anthony Corso 
Chief Innovation Officer 
City of Peoria 
5. Deborah Ruethler 
Assistant City Manager | Director 
Economic Development | Interim Director 
Information Systems | ECC Administrator 
City of Peoria 
6. Philip Lockwood Distillery Labs Smart Cities Initiative 
8. Brent Baker Bike Peoria 
9. Lourdes German Civic Innovation Project 
10. Karen Dvorsky IDOT 
11. Bill Lewis, City Engineer 
Rick Powers, Director of Public Works 
Public Works Dept., Peoria 
12. Joe Alexander City Link 
13. Amy McLaren 
County Engineer 
Peoria County Highway Department 
14. Kurt Bialobreski 
Transportation Engineer 
Hanson Engineering 
15. Ross Black 
Community Development Director 
City of Peoria 
16. Heather Schady 
Senior Transportation Planner 
Active Transportation Alliance 






1. Thomas Lynch 
Director of Transportation 
City of Madison 
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2. Christopher Petykowski 
Principal Engineer 
City of Madison 
3. Bill Schaefer 
Planning Manager 
Greater Madison MPO 
4. Julieth Ortiz 
Transportation Planner 
City of Oakland, CA 
5. Yvonne Chan 
Transportation Planner 
City of Oakland, CA 
6. Raphael Craig 
Transportation Planner 
City of Oakland, CA 
 
 






1. How strongly do you agree with the following statement? An equity-centered 
transportation and CIP project prioritization tool will help the City of Peoria, IL 
achieve its equity goals* 
1- Strongly disagree 
2- Somewhat disagree 
3- Neither agree nor disagree 
4- Somewhat agree 
5- Strongly agree 
 
2. What are the strengths of Option 1? Select all that apply* 
a. Categories/Objectives 
b. Scoring criteria 
c. Assigned weight 
d. Ease of application/user simplicity 
e. Comprehensiveness 
f. Extent of public participation 
g. Context-specificity 
h. Adaptability/Flexibility 
i. Other ______________ 
 
3. What are the strengths of Option 2? Select all that apply* 
a. Categories/Objectives 
b. Scoring criteria 
c. Assigned weight 
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d. Ease of application/user simplicity 
e. Comprehensiveness 
f. Extent of public participation 
g. Context-specificity 
h. Other ______________ 
 
4. What are the strengths of Option 3? Select all that apply* 
a. Categories/Objectives 
b. Scoring criteria 
c. Assigned weight 
d. Ease of application/user simplicity 
e. Comprehensiveness 
f. Extent of public participation 
g. Context-specificity 
h. Other ______________ 
 
5. Which of the three CIP prioritization tools from the report do you think is best suited 
to be adopted by the City of Peoria, IL? * 
a. Option 1 
b. Option 2 
c. Option 3 
d. None. Please explain ________________ 
 
6. What can be improved in the best of the three options according to you to further 
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Figure A5. Historic decadal population variance (1850-2010) - Peoria, IL 
 
Table A6. Population by Age and Sex – Peoria City, IL 
Year   Total Population 115637 




Percent of Population by Age 05 to 14 years 14% 
  
15 to 44 years 39% 
  
45 to 59 years 25% 
  
60 years and over 22% 
 
Median Age   37 years 
2013   Total Population 116575 
 
Percentage of Population by Sex Male 47% 
  
Female 53% 
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Percent of Population by Age 05 to 14 years 14% 
  
15 to 44 years 43% 
  
45 to 59 years 25% 
  
60 years and over 18% 
 
Median Age   34 years 
2005   Total Population 102136 
 




Percent of Population by Age 05 to 14 years 14% 
  
15 to 44 years 40% 
  
45 to 59 years 30% 
  
60 years and over 16% 
 
Median Age   33 years 
Source: U.S. Census Bureau, 2005, 2013, 2017 American Community Survey 1-Year Estimates 
  
Table A7. Population change by Race/Ethnicity between 2005 and 2017 – Peoria City, IL 
  2017 2005 
Race Population Percent of Total 
Population 
Population Percent of Total 
Population 
White Alone 63,512 62% 66,466 66% 
Black or African American 
Alone 
30,340 29% 29,270 29% 
American Indian and Alaska 
Native Alone 
71 <1% 59 <1% 
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Asian Alone 3,084 3% 3,842 4% 
Native Hawaiin and Other 
Pacific Islander alone 
0 0% 46 <1% 
Some other race alone 1,767 2% 1,279 2% 
Two or more races 3,518 4% 1,174 1% 
Source: U.S. Census Bureau 2017 American Community Survey 1-Year Estimates 
 
Table A8. Poverty by Race and Ethnicity – Peoria City, IL 
By Race Population Below 
Poverty Line 
Percent of total population based on 
race/ethnicity 
White alone 7,300 19% 
Black or African 
American alone 
12,640 24% 
All other NA NA 
By Ethnicity     
Hispanic or Latino 740 11.50% 
Not Hispanic or Latino 6,686 12% 
Source: U.S. Census Bureau 2017 American Community Survey 1-Year Estimates 
 
 
 
 
 
 
 
 
 
